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INTRODUCTION 


After the Second World War, large numbers of redundant 
‘Austerity’ 2-8-0s were purchased from the Ministry of Supply 
and in addition to this, many of the Stanier 2-8-05 which had 
been on loan to the Ministry, were returned to the running 
stock. This large influx of modern motive power made many 
of the ageing L.N.W.R. 0-8-05 surplus to requirements and they 
were consequently withdrawn. Class ‘Gl’ became extinct with 
the withdrawal of 49140 from the service stock at Crewe Works 
in 1955. The sixty locomotives of class ‘G2’, the last L.N.W.R. 
class to remain intact, were untouched until 1959 when nineteen 


of their number were withdrawn. 


With the Amalgamation of the railways in 1923, all but 
one of the 572 L.N.W.R. locomotives originally built 88 5 
were absorbed into L.M.S. stock, the absentee being a four 
cylinder compound which was destroyed in a boiler explosion 


at Buxton. 


A quarter of a century later, when the railways were 
nationalised, their numbers had been reduced to 502, all the 
remaining engines being of three standard classes viz. G1(123), 
G2(60), and G2A(319). The compound locomotives had become 
extinct early in L.M.S. days and all the locos transferred to 
British Railways’ stock were two cylinder simple 0-8-0s. 


The ‘Gs’ were a common sight on the West Coast main 
line, large numbers of them being scattered throughout the 
western lines of the London Midland Region. | have vivid 
recollections of these engines hauling freight trains over the 
steeply graded Preston-Carlisle section, their characteristic 
exhaust beat being recognisable from afar. 


Alas, this spectacle will never again be seen in the North- 
West. 


Opposite: One of the remaining Webb 4 cylinder compound 2-8-0's. No. 9608 
at Wigan Springs Branch M.P.D. in October, 1928. (F. Dean) 


WEBB LOCOMOTIVES 


In the latter half of the Nineteenth Century, the London 
and North Western Railway, in common with many other 
railway companies, had as its standard freight motive power 
the inside cylinder 0-6-0 tender engine. Over 800 locomotives 
of class ‘DX’ had been built by John Ramsbottom between 1858 
and 1871. These engines had cylinder dimensions of 17” diameter 
by 24” stroke controlled by Stevenson link motion. The diameter 
of the driving wheels was 5’ 2” and the boiler pressure was 
120 Ibs. per sq. in. 


Ramsbottom’s successor, Francis Webb, used the ‘DX’ 
design to develop his own 17” coal engines, the cylinders and 
valve gear being identical with the former. Webb, however, re— 
duced the diameter of the driving wheels to 4’ 3” and increased 
the boiler pressure to 140 lbs. per sq. in. Cast iron wheel centres 
with ‘H’ section spokes, first used by Ramsbottom in his 0-4-0 
saddle tank of 1863, were re-introduced in this class. 


The next development came in 1880 with the building of 
18” express goods 0-6-0 (Cauliflower), the first L.N.W.R. 
engines to use Joy's radial valve gear. A year later, Webb began 
rebuilding the ‘DX’s’ with large boilers, circular smokeboxes 
and adequate cabs, the rebuilds being classified “Special DX’. 


In 1892, the development of freight locomotives on the 
L.N.W.R. took a new turn. In that year an experimental two 
cylinder simple 0-8-0, No. 2524, was built at Crewe. The 
4’ 54” diameter driving wheels were of the Ramsbottom cast 
iron pattern and to enable the locomotive to negotiate curves 
with reasonable ease, the end axleboxes allowed a lateral play 
of 2”. The inside cylinders were 193” in diameter by 24” stroke 
and the valve gear was of the Joy radial pattern. 


It was the boiler of this locomotive which was of exceptional 
design, being similar to that of the “Greater Britain’ introduced 
in the previous year. The boiler barrel of the “Greater Britain’ 
was divided into two by means of an intermediate combustion 
chamber which gave a set of tubes 5’ 10” long between the 
firebox and the combustion chamber, followed by a further set 
10’ 1” long between the combustion chamber and the smokebox. 
The 156 tubes of 24°’ diameter in each set gave a total heating 
surface of 1,506 sq. ft., the grate area being 20 sq. ft. Despite 
the unusual design of its boiler, the engine steamed quite well. 


Sete a e‏ ו A > AM‏ רה 
Opposite: G1 No. 8913 on Crewe North M.P.D. in July, 1931, with a rebuilt‏ 
Claughton 6023 Sir Charles Cust on the next road. (F. Dean)‏ 


Sir Richard Moon, Chairman of the L.N.W.R. from 1861 to 
1891, was renowned for his insistence that operating costs 
should be reduced to a minimum. It was no doubt due to this 
search for operating economies that Webb became involved in 
compound propulsion and ultimately it became something of an 
obsession with him. The first compound experiment was per— 
formed on a Trevithick 6ft. single in 1878 and for the next few 
years compounding was confined to passenger engines, the most 
successful class being the ‘Teutonics’ introduced in March 1889. 
Generally, quick acceleration and high speeds are not a property 
of compound engines and therefore Webb decided to build a 
three cylinder compound 0-8-0 freight engine to determine 
whether the theoretical economies possible with this type of 
propulsion would be more easily attainable with an engine 
whose performance was not required to be so high. 


The locomotive, No. 50 (later renumbered No. 2525), 
emerged from Crewe Works in September 1893. The boiler was 
of more orthodox design than that of the previous 0-8-0, having 
no intermediate combustion chamber. The details were as 
follows: 


Grate Area 203 sq. ft. 
Tubes (210) le dE. ו‎ a A 
Total Heating Surface 1,489 sq. ft. 


The boiler pressure was 175 lbs. per sq. in. as against 
the 160 Ibs. per sq. in. of No. 2524. The single low pressure 
cylinder fitted inside the frames had a diameter of 30” and a 
stroke of 24”, the two outside high pressure cylinders being 
15” diameter by 24” stroke. The weight of the engine was 
49 tons 5 cwts. 


Trials were arranged to determine which of the two 0-8—0s 
was the most economical and the three cylinder compound came 
out on top. As a result of this, a further 110 compounds were 
built at Crewe before the turn of the century and by 1901 the 
total number in service had risen to 125. 


In the light of later events, it would appear that the 
compound versus simple trials did not give a true picture of the 
performance and operating costs of the two locomotives for 
when Whale succeeded Webb as C.M.E. in June 1903, they were 
rebuilt as simples similar to the original No. 2524. 


Opposite: G1-9141 with round top fire box and cauliflower tender works a Wyre 
Dock to Ribble sidings freight near Weeton in August, 1932. (F. Dean) 
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In 1901, the design of the 0-8-05 was altered to four 
cylinder compound propulsion. The two low pressure cylinders, 
being 201” diameter by 24” stroke, were fitted inside the 
| frames and the two high pressure cylinders, steeply inclined on 
the outside, were 15” diameter by 24” stroke. 


The boilers fitted to this batch of engines were even larger 
than those used in the three cylinder version and were in fact 
the largest boilers constructed at Crewe Up to that time. The 
grate area and the tube length remained the same as for the 
three cylinder type but the number of tubes was increased to 
249 giving a total heating surface of 1,753 sq. ft. The boiler 
pressure of 200 lbs. per sq. in. was also an increase over the 


earlier design. These modifications raised the engine weight to 
533 tons. 


These locomotives were more successful than their three 
cylinder counterparts, so much so that new construction con— 
tinued until August 1904, over twelve months after Whale had 
taken charge, 170 being built in all. 
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L.N.W.R. Official drawing courtesy of British Railways. 


REBUILDS AND FURTHER NEW 
LOCOMOTIVES 


When George Whale became C.M.E. in 1903, he immediately 
began the phenomenal task of rebuilding the entire locomotive 
department. Webb’s character was such that his assistants 
were rather afraid to point out the operating disadvantages of 
his compound designs and he was therefore largely Unaware of 
their shortcomings. Whale, on the other hand, was an Operating 
man and knew exactly what was required to bring L.N.W.R. 
locomotives up to the same standard as their permanent way. 


Webb compound passenger engines were scrapped and new 
designs produced but due to a general shortage of freight 
motive power, the existing compound 0-8-0s were improved by 
rebuilding. This rebuilding was complicated by the different 
Stages of development which took place prior to many of them 
eventually becoming two cylinder simple 0-8-05 of class ‘G1’. 


(a) Three Cylinder Compounds Rebuilds 


Whale rebuilt many of the three cylinder compounds into 
simples with two inside cylinders based on the 1892 prototype 
No. 2524. Whilst some of these rebuilds had 19” diameter 
cylinders and were classified ‘C’, others were fitted with a 
smaller 183” diameter type and were classified ‘Cl’. 


Although the boilers originally fitted to the three cylinder 
compounds steamed reasonably well, it was felt that their 
performance would be enhanced by the provision of a larger 
boiler and accordingly No. 1866 was given one in 1906. The 
grate area was increased to 23.6 sq. ft. and the tubes were 
lengthened to 14’ 6”, increasing the total heating surface to 
2,180.6 sq. ft. The pressure remained the same at 175 lbs. per 
sq. in. Whilst the locomotive was being rebuilt with a larger 
boiler, the opportunity was taken to give the engine two inside 
cylinders of 193” diameter, making it the prototype of class ‘D’. 


(b) Four Cylinder Compound Rebuilds 


The four cylinder compounds were quite good engines 
from a haulage power point of view but trouble had been 
expreienced with the excessive weight on the leading coupled 
axles due to the overhanging weight of the cylinder assembly. 
To alleviate this, Whale rebuilt 36 of the class as 2-8-0s, retain- 
ing the original compound propulsion. The first locomotive to 
be rebuilt to this design was No. 1886 in 1905, keeping its 
original boiler. The difficulties previously experienced were 
overcome. 


Following the successsful rebuilding of 0-8-0 No. 1866 
with a large boiler, Whale decided to fit a similar one to a four 
cylinder compound whilst it was being given a pair of pony 
wheels, the first to be converted being No. 1273 in 1906. 


Some of the four cylinder compounds were transformed 
into two cylinder simples by removing the outside high pressure 
cylinders and utilising the existing 203” diameter inside ones. 
As these were now receiving high pressure steam direct from 
the boiler instead of low pressure steam exhausted from the 
high pressure cylinders, and as the total adhesion weight had 
been reduced due to the lightening of the locomotive, it was 
necessary to reduce the boiler pressure to 165 lbs. per sq. in. 
from 200 lbs. per sq. in. in order to overcome the possibility of 
excessive slipping. These engines were the first members of 
the standard class ‘G’ non-superheater 0-8-0s. 


Opposite: LNWR No. 2199 on Crewe North MPD in July, 1931, with 4 cylinder 
compound Dreadnought No. 10456 on the next road. (F. Dean) 


On Ist March, 1909, George Whale retired and C. J. Bowen- 
Cooke was appointed to succeed him. After barely six years in 
command, Whale had transformed the L.N.W.R. locomotive stock 
from a weak, temperamental batch of engines into a stud of 
simple, reliable locomotives which were quite capable of 
hauling the heaviest trains of the day, the frequent double— 
heading of Webb’s time being no longer necessary. So great had 
been the task that little or no time had been available for 
research and development. The result of this was that Bowen- 
Cooke continued to build engines to Whale’s designs until his 
own designs were formulated. In 1910, sixty new engines of 
Whale’s standard class ‘G’ were ordered, the first of the batch 
being No. 2653. 


Bowen-Cooke instigated a series of interchange trials with 
locomotives of the G.W.R., G.N.R. and L.B.S.C.R., and as a 
result, he became convinced of the need for superheating. In 
July, 1910, No. 2663 ‘George the Fifth’ was built at Crewe Works 
with a 24 element superheater and it proved to be an immediate 
SUCCESS. 


In January 1912, 18 months after the appearance of "George 
the Fifth’, Bowen-Cooke introduced the first superheated freight 
0-8-0 onto the L.N.W.R. The engine chosen for the experiment 
was No. 2653, the first of the new class ‘G’s’ ordered in 1910. 
The details of the new superheated boiler were as follows: 


Grate Area 23.8 Sa. TL: 
Tube Heating Surface 19825 7.208 Tt. 
Firebox Heating Surface ו‎ TE. 
Total Heating Surface וו‎ sep ft. 


The Cylinder dimensions remained unaltered as did the 
standard Joy’s radial valve gear. In common with many other 
C.ME.s of the time, Bowen-Cooke believed that superheating 
should be accompanied by a reduction of boiler pressure and 
consequently it was set at 160 lbs. per sq. in. Later in 1912, 
the first of a new series of standard superheated 0-8-0s appeared 
from Crewe Works. It was No. 1384 and it was classified ‘G1’. 
The engine weighed 60 tons 5 cwts. 


Enginemen at this time started to refer to every large 
boilered 0-8-0 as a ‘D’. After superheating had been fitted, 
starting initially with a class ‘G’ engine in 1912, the now 
legendary title of ‘Super D’ began to be applied. The L.N.W. 
big goods locomotives will now be always known and remem- 
bered as ‘Super D's’. 
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Opposite: G2 No. 49396 with tender cab, works a local freight out of Ribble 
sidings to Blackpool North on the 30th July, 1957. (F. Dean) 


The ‘Gl’s’ were an improvement on all the previous classes 
of 0-8-0 and many of all the previous types, except class ‘Cl’, 
were rebuilt to this standard. These eight-coupled locomotives 
did magnificent work during the First World War. 


The last development in L.N.W.R. days was the building of 
sixty locomotives of class ‘G2’, commencing in 1921. They were 
designed by H. P. M. Beames, the man who took over on the 
death of Bowen-Cooke in October, 1920. They were 
similar to class ‘G1’ except that the boiler pressure was increased 
to 175 lbs. persa. in. 


49391 works light engine through Platform 6 at Preston station en route to 
Bamfurlong. (F. Dean) 


The whole of the eight-coupled engines received new 
numbers in the L.M.S.R. renumbering scheme, the numbers 
allocated being as follows: 

8900 - 9394 Class ‘Gl’ 0-8-0 

9395 - 9454 Class ‘G2’ 0-8-0 

9600 — 9615 Remaining four cylinder compound 2-8-0s 

8892 — 8899 Four cylinder compound 2-8-0s 

renumbered when rebuilt by L.M.S.R. 


Opposite: Class G1 No. 9330 approaching Warwick on the 4th March, 1951. 
(N. R. Knight) 


As can be seen from the numbers allocated, class ‘G1’ 
consisted of 495 locomotives — both new locos and rebuilds. 
The sixty locomotives of class ‘G2’ were those built by Beames 
between 1921 and 1923. Eight of the sixteen four cylinder 
compound 2-8-05 which came into L.M.S. stock were rebuilt 
into two cylinder simple 0-8-05, the remaining eight working 
as compounds until they were withdrawn. 


It was early in L.M..S days that the locos began receiving 
Belpaire fireboxes in place of the L.N.W.R. round-topped type 
and a programme was also started to convert the ‘Gl’s’ to 
'G2's”, the latter conversions being classified ‘G2A’. 


The ‘G's’ had a reputation for easy firing, free steaming and 
being capable of hauling the heaviest loads carried on the 
ex—L.N.W.R. lines of British Railways. However, these attributes 
were not sufficient to match the economies required in present 
day operating and they were therefore sent to the graveyard. 
All, that is, except for the first locomotive of class ‘G2’ to be 
built — 49395 has been saved from ‘the torch’ by British 
Railways and is now in store awaiting preservation. Built in 
1921, this locomotive started life as No. 485 of the L.N.W.R., to 
be renumbered 9395 at the Grouping, and 49395 upon Nationali— 
sation of British Railways. It was withdrawn from service on 
December 5th, 1959. 
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